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for products, rather than the supply of an actual and 
legitimate demand. Concisely stated, some of these 
companies bought their orders for electrical installa· 
tions and materials by financial operations that left 
them shareholders in many enterprises which have 
since proven less promptly lucrative than had been 
hoped, and have thus drawn more or less heavily upon 
the capital of the parent companies. To understand 
how all this came about, it should be remembered that 
German progress in electrical science was for a long 
time far in advance of popular appreciation of its 
advantages. The companies organized and equipped 
for the manufacture of lighting and power plants 
could not wait for the slow growth of public demand 
for such improvements, and they therefore undertook 
to finance and erect such installations themselves, 
confident that, once established and in use, the public 
would not fail to appreciate them and invest in their 
securities. This went very well for a time. It cre· 
ated a large and ready market for electrical machinery 
and materials at high prices, and supplied hesitating 
municipalities with electric tramways and lighting 
plants which their citizens greatly enjoyed, but which 
were built and for a time managed by the electrical 
manufacturing companies at their own expense. In
evitably, this process of consuming their own capital 
necessitated heavy loans and frequent increases in 
the stock of such corporations, together with a steady 
expansion of their manufacturing capacity. Some of 
the companies, especially the Schuckert corporation, 
made enormous investments in electric installations 
for the manufacture of calcium carbide, putting in the 
machinery at their own prices but receiving for it 
little or nothing except stock in the carbide plants. 
Thus the supply of acetylene material was soon far 
beyond all legitimate requirements, prices collapsed, 
and the carbide industry suffered a serious and perma· 
nent reverse. 

Another heavy blow for some of the German elec
trical manufacturing companies has been the failure 
of the storage-battery traction system for tramways, 
which is now conceded to be practically hopeless. 
When electric traction was introduced into this coun
try, municipal governments were timid and hesitating. 
They objected to the overhead conductor because it 
was considered unsightly and dangerous, and in order 
to obtain- any franchise at all the tramway companies 
and the electrical manufacturers who were behind 
them had to agree to furnish cars that would dispense 
with a visible trolley. This meant either the under
ground-conduit system-which is so expensive to con
struct as to be justified only by an enormous traffic
or a reliance upon storage batteries, and the companies 
generally had recourse to the latter. The extent to 
which this has been done may be inferred from the 
fact that one company in Hanover has at present 274 
accumulator cars in service. There, as at Halle, 
Hagen, and many other places, they have been found 
so heavy, costly, and subject to explosions as to be 
unremunerative. At Berlin, where many hundreds of 
them have been in service, all are to be abandoned 
and' recourse had to underground conductors for cell
trally located streets and overhead wires for the less 
crowded and suburban sections. 

The net result of all these conditions was that some 
of the electrical manufacturing companies of Germany 
which had gone on organizing and supplying power, 
lighting, carbide and other plants, not only at home, 
but in Russia, Scandinavia, Austria-Hungary and other 
Euro.pean countries, were caught with all sail spread 
by the turning tide and adverse gale that set in during 
the summer of 1900. In the stormy weather that 
ensued, most industrial stocks declined sharply, the 
investing public became alarmed and timid, the fail
ures of the Leipziger and other banks followed a few 
months later, and led on to the situation of which the 
meeting of last week at Nuremberg has been the ulti
mate result. 

The encouraging features of the present condition 
are the fact that the credit of several of the oldest 
and strongest of the electrical companies remains 
unshaken, the general feeling that the bottom has 
been reached, that the obligations entailed by a system 
of forced development have been mostly liquidated, 
and that with the good cereal crops that will be har
vested this year, peace throughout the world, and the 
hoped-for renewal of the commercial treaties which 
are to lapse next year, the foundation will be laid for 
a renewed and enduring prosperity. -Frank H. Mason, 
Consul-General at Berlin. 

COMPARATIVE ACCELERATION TESTS WITH 
STEAM LOCOMOTIVE AND ELECTRIC 

MOTOR CARS·.* 
By B. J. ARNOLD and W. B. POTTER. 

IN conneetion with the preparation of a report on 
the use of electricity for the propulsion of trains of 
the New York Central Railroad in the tunnel entrance 
and terminal in New York city, an invitation was ex
tended by the General Electric Company to Mr. W. J. 
Wilgus, chief engineer of the railroad company, to use 
its experimental track and apparatus at Schenectady, 
and a series of tests were accordingly carried out 
under the direction of the authors of this paper. The 
tests were principally for the purpose of determining 
the comparison between steam and electric traction on 
short-haul suburban passenger service. Owing to the 
short curves in the connecting tracks, the General 
Electric Company's track could not be used for the 
steam locomotive tests. The steam tests, therefore, 
were made on the New York Central main line tracks 
west of Schenectady. 

A steam locomotive was built from the specifications 
of Mr. A. M. Waite, Superintendent of Motive Power 
and Rolling Stock of the New York Central, by the 
Schenectady Locomotive Works. It was designed 
specially for the rapid acceleration work required in 
suburban service, being provided with large grate 
area and heating surface and a very large proportion 
of weight on its driving wheels. 

The two electric motor cars were similar in form, 
54 feet over all, each weighing about thirty-five tons 
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including the electrical equipment, which consisted of 
four "G. E. 55" motors and type M. control. All axles 
being equipped with motors, the two cars together 
gave approximately the same weight upon the drivers 
as the steam locomotive. The acceleration was, there
fore, directly comparable for trains of equal net 
weight, and to secure this comparison the same trail 
cars arranged in the same order were used in both 
the steam and electric tests. 

In the steam runs the drawbar pull, speed and time 
were recorded by an Illinois Central dynamometer 
car, and the same care was used with the electric mo
tor cars to determine the relation between current in
put and draw bar pull. The dynamometer car had to 
be returned before the electric runs were completed, 
but not before a large number of readings were taken, 
from which curves were plotted showing the relation 
between amperes and drawbar pull with different 
weights of train behind the motor cars. 

The order of the tests, both steam and electric, was 
as follows: 

A train of six cars, including five standard passen
ger coaches loaned by the New York Central Railroad, 
and the dynamometer car, was started and run over 
a mile of track, acceleration being made as rapidly 
as possible with the power available. These same 
runs were repeated, dropping off one car at a time, 
until only the dynamometer car remained. Auto
matic records were kept of the drawbar pull, speed, 
time, distance and the strength and direction of the 
wind. The condition of rail and the temperature were 
also noted. The same runs were repeated, using the 
two motor cars in place of the steam locomotive, the 
dynamometer car being used in some of the runs and 
a box car loaded to equal weight in subsequent runs. 
In the electric runs, additional records were kept of 
voltage, ampere and wattmeter readings. The watt
meter was not carried on the car, but was placed sta
tionary at the point of feeding the third rail, thus 
avoiding any inaccuracy due to jarring. The voltage 
leads of the wattmeter were connected to the extreme 
end of the third rail and track, thus receiving at all 
times the exact voltage at the train, so that the energy 
delivered to the motor cars represented the net input 
and did not include losses in the feeder system. 

The cars used in this test and the weights are given 
below: 

New York Central locomotive .... No. 
General Electric motor car . . .... No. 
General Electric motor car ....... No. 
Illinois Central dynamometer car. No. 
New York Central coach ......... No. 
New York Central coach ......... No. 
New York Central coach ......... No. 
New York Central coach ......... No. 
New York Central coach ......... No. 

Pounds. 
1407 .... 214,000 

4 .... 73,000 
5 .... 70,000 

17 . . .. 45,1-;40 
1885 . . .. 48,200 

545 .... 60,250 
1709 .... 53,700 

508 .... 51,450 
1798 . . .. 54,600 

During the tests many runs were made, but for the 
illustration of this paper, representative and average 
runs only are gi ven. 

. 

ELECTRIC MOTOR CARS NOS. 4 AND 5. 
The electric runs were made upon the General Elec

tric experimental track against a head wind of 15 m. 
p. h. The rail was dry, the temperature 8 deg. C., 
and the grade practically level. In the middle of the 
run there was a curve having a minimum radius of 
875 min., equivalent to about a 6lh deg. curve, the 
friction effect of which may be assumed as approxi
mately equivalent to one-tenth per cent up grade of 
the steam runs. 

NEW YORK CENTRAL STEAM LOCOMOTIVE NO. 1407. 
All steam locomotive runs were made upon the New 

York Central main line track west of Schenectady, 
against an up grade of 0.1 per cent and a head wind 
of 15 m. p. h. The temperature was 4 deg. C. and 
the rail wet with a very light falling snow. 

Although the locomotive was especially built for 
suburban or acceleration work, and was provided with 
a large fire-box, giving it facilities for rapid steaming, 
the pressure dropped from 200 pounds to less than 
185 pounds, during the first part of acceleration. In 
starting, the throttle was opened wide and steam used 
full stroke, the engine being hooked up as acceleration 
proceeded. 

While the electric runs had the advantage of drier 
rails than the steam runs, the driving wheels were 
not slipped in either instance. Although the steam 
locomotive was able to give a maximum tractive effort 
at starting equal to that obtained electrically, this 
high tractive effort was not maintained, but imme
diately fell with increasing speed, even with the most 
expert handling. 

As the acceleration curves produced by the steam 
locomotive and electric motor cars have different 
shapes, and as in the two tests there was about the 
same weight upon the drivers, it is interesting to note 
how well this driver weight was utilized. This is 
shown by the following tables giving the speed 
reached in ten, twenty and thirty seconds with equal 
trailing load for both electric and steam trains. 

MILES PER HOUR ATTAINED IN 10 SECONDS. 

No of trailers. 2 3 4 5 6 

Motor cars No. 4 and 5 .. . . .... .  22.5 20.7 17.3 14.4 12.6 11.2 
Locomotive No. 1407 .... ....... 14 13 12.5 1 2  10 9.7 

MILES PER HOUR ATTAINED IN 20 SECONDS. 

No. of trailers. 1 2 3 4 5 6 
Motor cars No. 4 and 5 . . . . . . . . 34 32 3 29 4 27.4 24.5 21.2 
Locomotive No. 1407 .......... 25 21.2 21.5 19.5 18 1 6.3 

MILES PER HOUR ATTAINED IN 30 SECONDS. 

No. of trailers. 1 2 3 4 5 6 
::\fotor cars No. 4 and 5 ......... 3 8.2 36,4 34.2 32.4 3 0.3 28.1 
Locomotive No. 14 0 7  ........ 31.7 26.2 27.2 24.7 23.2 20.8 

An inspection of the tables clearly brings out the 
fact that the electric motors during acceleration can 
more effectively utilize the weight upon their drivers 
than can a steam locomotive. As rapid acceleration 
is especially important when stops IHe a mile or so 
apart, the electric motor has an adVantage in being 
able to cover the same distance in the same time with 
less energy expended and at less maximum speed than 
a steam locomotive, owing to its being able to main
tain its maximum accelerating rate for a longer pe
riod. 

The average speed given in both steam and electric 
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tables is the average speed of the train while it is 
in motion, and does not include time of any stop at the 
end of the. run. Starting from rest, the power was 
kept full on to the three-quarter mile post where the 
power was shut off and the brakes applied in such a 
manner as to bring the train to rest as near the mile 
post as practicable. In the tests the steam train ran 
from 5 to 15 per cent over a mile before the train 
was brought to rest and the electric trains from 2 to 
4 per cent, but even with the longer distance the 
average speed of the steam runs .only approached that 
attained in the electric runs made over a shorter 
distance. A comparison of the two sets of runs on 
the basis of average speed is, therefore, not quite 
fair to the electric motor car, as its average speed 
would have been considerably higher if the length of 
the run had been the same as that made with the 
steam locomotive. An inspection of the tables will 
show, however, that even with the shorter distance 
run, the electric motor cars were able to make higher 
average speeds than the steam locomotive over its 
longer distance, and these higher average speeds were 
obtained also with a lesser maximum speed. 

The maximum speed of a train making a given run 
in a given time serves as an indication of its energy 
consumption. A train, therefore, which is so handled 
as to make a given run in a given time, with lowest 
maximum speed, will consume less energy for the run. 
The electric runs tabulated all show a lower maximum 
speed and a higher average speed than those runs 
made with the steam locomotive, and the energy con
sumption of the electric runs should, therefore, be 
less for the same service performed than with the 
steam locomotive. 

The motors of an electrically equipped train may be 
placed upon the trucks of ordinary passenger coaches, 
each carrying its full complement of passengers, and 
thus lessen the gross weight by elimination of the lo
comotive. The true measure of comparison between 
steam and electrically propelled trains should be the 
energy per seat mile rather than per ton mile, as 
the latter value is based upon the total train weight 
and includes a considerable' proportion of dead weight 
embodied in locomotive and tender. The steam loco
motive not only adds to the train Weight, the weight 
necessary to insure traction, but is further handi
capped by additional weight on pony trucks and usu
ally a tender. 

As an illustration, the following table has been pre
pared from these tests showing the number of cars 
in the train, the number Of passengers carried (each 
car seating 64 persons) and the energy which for 
convenience we have given in watt-hours, required per 
p!lssenger for both steam and electric runs. 

NET ENERGY PER PASSENGER CARRIED. 

Number of Wat.t Hours per Passenger 
Number of Cars. Passengers. Steam. ElectJicity. 

6 384 43.9 29.7 
5 3 20 52.2 3 2.1 
4 256 57.5 3 3.5 
3 192 7 7.4 3 7.5 
2 128 10 3.0 45.2 
1 64 187.8 415.2 

This table is based upon the actual net energy deliv
ered to the wheels of the train and does not include 
the losses inherent to any system of operation. The 
results tabulated may, therefore, be considered as 
fundamental, and typical of the two systems of opera
tion-the steam locomotive and the "electric motor car. 

The following table gives the ef!tciencies for the 
seven electric runs, the efficiency being the ratio be
tween net energy output to the wheels and total volt 
ampere input: 

EFFICIENCY OF ELECTRlC RUNS. 

Trailers. 
6 

Average 
M.P.H. 

Watt Hours per Ton Mile 
Output. Input. 

Effii��cCe
�.auD 

5 
4 
3 
2 
1 
o 

27.2 
28.6 
29.8 
3 0.6 
3 2  
3 3.1 
3 4.6 

59 1 79.8 
61.0 82.0 
63.8 84.9 
68.(1 flO.2 
69.6 9 9.6 
75.3 1 1 2.8 
7 9.8 1110.0 

74 
74.3 
75.3 
75.3 
69.9 
66.7 
61.5 

.nn accurate comparison of the relative efficiency 
or coal consumption of steam and electric power for 
similar service would require an extensive series of 
tests with indicator and dynamometer on the per
formance of the steam locomotive. 

As a matter of interest we have secured an approxi
mate comparison from a single test by weighing the 
coal and water taken by steam locomotive No. 1407 
for a period of 24 hours, covering four trips between 
North White Plains and Grand Central Station, a dis
tance of 24.75 miles, on the Harlem Division of the 
New York Central Railroad. The trips occupied about 
4 hours, the yard movements about 1 hour, and the lo
comotive was idle for 19 hours. 

Following is a detailed record of the service cover
ing the 24 hours: 

NORTH WHITE PLAINS TO GRAND CENTRAL STATION. 

Number Number 
Time. of Cars. of Stops. 

63.5 minutes 3 21 
LaJ ·over.. .. ... .. ...... 6 hours. 

Total 
Weight. 

204 tons 

Weight 
of Cars. 

97 tons 

Effective 
H.P.H. 

129 

GRAND CENTRAL STATION TO NORTH WHITE PLAINS. 

Number Number 
Time. of Cars. of Stops. 

66 25 minutes 5 17 
Lay-over.. . ............ 12 hours. 

Total 
Weight. 
278 tons 

Weight 
of Cars. 

171 tons 

Effective 
H.}'. H. 

255 

NORTH WHITE PLAINS TO GRAND CENTRAL STATION. 

Number Number 
Time. of Cars. of Stops. 

60.3 minutes 7 13 
Lay-over . . .... ....... ... % hour. 

Total 
Weivht. 

3 87 tons 

Weigbt 
of Cars. 

280 tons 

Effective 
H.P.H. 

231 

GRAND CENTRAL STATION TO NORTH WHITE PLAINS •. 

Number Number 
Time. of Cars. of Stops. 

59.75 minutes 4 20 
Lay-over . .• . . . • . . . . . • . . .  1M bours. 

Total 
Weight. 
256 tons 

Weight 
of CarB. 
149 !.Ons 

Effective 
H.I'.H. 

24 6 

'l'otal effective h. p. hours, hauling coaches ...... 861 
Coal consumed ...... ...... . .. . . . . . . . .  13,412 pounds. 
Coal per effective h. p. hour .. . . . . . . ... 15.6 pounds. 

The effective h. p. h. given above is the energy re
quired for movement of the cars only, exclusive of the 
locomotive, and was determined from the drawbar pull 
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taken by dynamometer car in previous tests over the 
same route. 

The coal consumption covers all coal burned dur
ing the period of 24 hours, not only for movement of 
cars, but also movement in the yard and the banking 
of fires during lay-overs. 

The effective h. p. h. to move the cars serves as the 
basis of comparison with electric service, the coal 
consumed by the locomotive for whatever purpose be
ing properly chargeable to the net work by the loco
motive during the period. 

The efficiency of an electrical system, as an average 
under variable load, may reasonably be assumed as 
follows: 

Engine _ ..... .. .. ... _ .. 90 per cent Efficiency. 
Alternator .. _ _  ....... .. 92 per cent Efficiency. 
High Potential Trans-

mission ............ . .  98 per cent Efficiency_ 
Transformers .. _ .. _ ... . 97 per cent Efficiency. 
Converters ..... .. .. .... 92 per cent Efficiency. 
Third Rail ...... .... . . . 95 per-cent Efficiency. 

Motors, including control.75 per cent Effi. 51.33 p.c_ 

This percentage of effective horse power output of 
motors to i. h. p. of engine will vary somewhat, de
pending on the load factor. As an even figure we will 
assume an efficiency of 50 per cent. 

Coal consumption per indicated h. p. h. from actual 
records of electrical power stations, is in some cases 
less than 2 pounds, the average being about 2lh 
pounds. At the latter figure, the coal per effective 
h. p. h. output of electric motors would be five pounds. 
Assuming the head end air resistance as 10 per cent 
and as - the electrical equipment would increase the 
weight of the cars about 20 per cent, the actual com
parison of coal consumption would be approximately 
in the ratio of 6.6 for electric and 15.6 for steam. 

Assuming that coal for a power station may be pur
chased for 80 per cent of the cost per ton of that used 
in the locomotives, and that the cost of coal for elec
trical power is about one-third of the total cost, in
cluding maintenance and interest on investment, it 
is probable that the actual gross cost of electrical power 
would closely approximate the coal consumption of a 
steam locomotive in this class of service, the main
tenance of the electrical equipment and attendance re
quired being, however, considerably in favor of the 
electric power. 

We wish to express our thanks to Mr. E. C. Schmidt, 
Professor of Railway and Mechanical Engineering, 
University of Illinois, for his able management of the 
dynamometer car, assisted by Messrs_ J. J. Snodgrass 
and R. W. Lohmann; also to Messrs. A. H. Armstrong 
and E. F. Gould of the General Electric Company for 
their careful supervision and calculations of the elec
tric tests_ 

�RADE SUGGESTIONS FROM UNITED ST ATES 
CONSULS. 

Waterworks for Callao_-Minister Irving B. Dudley 
transmits from Lima, August 1, 1902, copy of a letter 
from the mayor of Callao, expressing the desire of 
that city to secure bids for furnishing piping and 
other material for the construction of its system of 
waterworks. Pamphlets (in English) containing de
tailed information for bidders accompany the report. 
These are filed in the Bureau of Foreign Commerce 
and will be distributed on application to those inter
ested. 

Sewer Contract Tenders for Montevideo.-Consul A_ 
W. Swaim reports from Montevideo, July 26, 1902: 

The Department of Fomento has published the offi
cial call for tenders for the construction of the new 
sanitary works for Montevideo, which will comprise 
a tunnel cut in the rock, 1,278 meters (4,193 feet) long 
by 3.65 meters (11.9 feet) high and 3 meters (9.9 feet) 
wide; a principal collector of about 4,000 feet and a 
second collector of nearly equal size, together with sev
eral auxiliaries, as set forth in the plans and speci
fications, which may be obtained by application to the 
Minister of Fomento here, or to the Uruguayan lega
tions in London, Paris, and Berlin. Bids will be 
opened December 15, 1902, at 3 p. m., in Montevideo_ 
The work is estimated to cost something over $3,000,-
000. 

The Outlook for Sugar.-Especially interesting in 
this connection is the probable effect of the cold, wet 
season on the beet-sugar output in Germany and other 
European countries during the coming campaign. Thus 
far, the condition of the growing beets is generally ex
,cellent; the amount of sugar which they will produce 
will depend largely upon the moisture and the amount 
of sunshine that they may receive during the last ten 
days of August and the month of September. The 
growing crop is now in a condition which a few weeks 
of warm weather would convert into one of the largest 
on record in proportion to area of cultivation. If the 
present wet, low temperature should continue, the 
sugar crop will be proportionately reduced. 

Meanwhile, the known facts are that, notwithstanding 
the fact that the total- European area of beet cultiva
tion has been reduced this year to 1,768,300 hectares 
(4,369,469 acres), as compared with 1,839,000 hectares 
(4,544,269 acres) in 1900 and 1,978,000 hectares (4,-

887,636 acres) in 1901, the sugar producers of Germany 
and Austria are entering upon the new campaign under 
very discouraging conditions. Aside from the very 
low price of sugar and an utterly stagnant market, 
there is the still more depressing fact that the surplus 
of last year's sugar carried over is greater than at the 
beginning of any recent campaign. For instance, at 
the close of the sugar year July 30, 1901, the visible 
supply carried over in Germany was 258,200 tons, while 
on the 1st of August, 1902, it was 590,000 tons, and the 
same proportionate increase of surplus, left-over sugar 
congests and depreciates the markets in Austria. The 
average product per hectare (2.471 acres) was 3,144 
kilogrammes (6,931 pounds) in 1899, 3,286 kilogram
mes (7,244 pounds) in 1900, and 3,281 kilogrammes 
(7,233 pounds) in 1901. Reckoning the crop of this 

year at a similar figure, the whole beet-sugar output 
of Europe will be somewhere between 6,560,000 and 
6,130,000 metric tons. This is assuming that the 
weather during the remainder of August and thence
forth until the beets are gathered shall be sUfficiently 

warm and bright to develop in the growing beets the 
normal percentage of saccharine matter; otherwise, 
the actual yield may be reduced 10, 15 or even 20 per 
cent below the above estimate. 

Meanwhile, the situation in Germany is somewhat 
better than in Austria, from the fact that Germany 
consumes at home more sugar than Austria, and is 
therefore less dependent upon exports. Germany con
sumes in various ways about 47 per cent of its sugar 
crop and exports the remaining 53 per cent, while Aus
tria consumes only 30 per cent and tries to export 70 
per cent of the total product. The sugar consumption 
per capita in Germany is 28 pounds, while in Austria 
it is only 17.6 pounds-both meager and insignificant 
as compared with the per capita rate of consumption 
in Great Britain and the United States. The effect of 
the export-bounty system has been to tax sugar out of 
the reach of a large proportion of the working classes 
in Europe, and the two most important results aimed 
at by the Brussels conference were to repeal the cause 
of countervailing duties in America and reduce the 
retail price of home-grown sugar in the European mar
kets_-Frank H. Mason, Consul-General at Berlin. 

Increase in Price of Meat in Germany. -Under date 
of September 5, 1902, the secretary of embassy at 
Berlin, Mr. John B. Jackson, sends the following: 

For some time past-more frequently of late-com
plaints have been made throughout Germany with 
regard to the increasing price of meat, and various 
municipal and other bodies have appealed to the ap
propriate state and national authorities to suspend for 
a time the stringent rules prohibiting the importation 
of live cattle from abroad. As yet, however, the 
answers given have been consistent refusals "on sani
tary grounds." In Berlin, where the price of meat is 
already high, the association of butchers has an
nounced that it will soon be necessary to raise prices 
still more, and similar action has been spoken of 
elsewhere. It is therefore possible that some relief 
may be granted before long. The heading "Fleisch
noth," or scarcity of meat, is one now seen in almost 
every issue of almost every newspaper, and the de
mand for more freedom of importation, especially for 
the importation of live hogs, is increasing daily. 

This - situation has induced the Cologne Gazette, in 
its issue of to-day's date, to give statistics which show 
that in Cologne alone there were 7,000 fewer hogs 
slaughtered in the first eight months of 1902 than 
during the same period of the preceding year, while 
for the first six months of the current year there were 
34,000 fewer slaughtered in Berlin than in 1901. The 
Gazette calls attention to the fact that Russia is at 
present the only country from which hogs can be im
ported, and that only in restricted numbers, and advo
cates the opening of the Austrian, Dutch and Danish 
frontiers, at least as far as the neighboring districts 
are concerned. It also refers to the good corn crop 
in the United States, from which it argues that the 
price of American pork will go down; but it claims 
that American prices are at present too high to make 
the importation of pork into Germany profitable. 

Consular Clerk G. H. Murphy transmits from Frank
fort, August 25, 1902, translation of an editorial article 
from tlie Frankfurter Zeitung of August 21, explaining 
in detail the cause of the rise in the price of meat 
and expressing anxiety as to the consequences. The 
article reads: 

Very unwelcome news reaches us from a large num
ber of German cities, illl eastern as well as in western 
districts-the prices of meat are rising rapidly. 

First, the Butchers' Guild raised the price of pork, 
then that of veal, and now experts declare that the 
price of beef must also be increased. This rise in the 
value of raw materials must naturally affect the prices 
of wares manufactured therefrom. The price of sau
sage has already increased, the prices of other meat 
products will also soon rise, and there is no hope of 
a decline in the near future from this new high 
level. These events are a calamity of great severity, 
and their beginning was two years ago. Under their 
influence hundreds of thousands of German families 
must endure bitter distress, especially as industrial 
conditions were already bad enough. 

The prices of other articles of food are high at 
present. 'I'he cold and wet summer has made vege
tables few and dear, so that the food question is 
troubling most housewives. The influence of trusts 
makes itself felt in the same direction. In spite of 
the prevailing depression, the mighty manufacturing 
rings are able to maintain their high prices, and the 
poor consumer is oppressed from every side. It is he 
who must always bleed, When, under these circum
stances, one thinks of the winter with its lessened 
demand for labor and its increased outlays for the 
trusts' petroleum and coal, one realizes the impossi
bility of facing the future cheerfully. We greatly fear 
that we are at the beginning of an epoch of severe suf
fering. , 

Undoubtedly, there have been times when the butch
ers' profits were large, and when they could easily 
have afforded to help their customers by lowering 
prices. The resentment which the public felt because 
of their failure to do this, or to do it to a sufficient 
extent, was justifiable. But times have changed, and 
for several years back the butchers' trade has cer
tainly not been a profitable one. A glance at buying 
and selling prices proves this positively. In July of 
last year beef cost in Frankfort (gross weight) 64 to 
67 marks ($15.23 to $15.94) per centner (113 pounds), 
prime quality; in October, 70 to 7 1  marks ($16.66 to 
$16.89). The .price then fell to 64 to 69 marks ($15.23 
to $16.42), and now it is 69 to 71 marks ($16.42 to 
$16.89). This is the price which butchers themselves 
have to pay. To this must be added allowances for 
wages, rent, taxes, etc., as well as for loss in waste 
material. Bull meat cost a year ago 53 to 55 marks 
($12.61 to $13.09); now, 58 to 60 marks ($13.80 to 
$l4.28). The price of cow' meat in like manner rose 
from 54 and 56 marks ($12.85 to $13.32) to 61 and 63 
marks ($14.51 and $14.99). It is still worse with 
calves, for which the butchers are already obliged to 
pay 80 to 82 pfennigs (19 to 19lh cents) pel' puund. 
In April, 1901, hogs cost 59 marks ($14.04) per cent
ner; in October, 68 marks ($16.18); in May, 1902, 
64 marks, ($15.23); and now, 70 marks ($16.66). The 
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above prices are for prime quality at the Frankfort 
slaughterhouse. Even if the butchers can perhaps do 
better, by taking lower qualities of meat, if is never
theless evident' that the existing relation between 
purchase and sale is unhealthy; consequently, a 
further rise in prices is naturally to be expected. 
There have already been numerous bankruptcies froin 
this cause. 

Consumers should not, however, blame the butchers 
when this rise in prices takes place, unless indeed it 
is shown th-at the butchers are inclined to take advan
tage of the situation. The causes of the disaster must 
be sought elsewhere. The increase of prices is per
haps, to a certain extent, a result of existing indus
trial conditions, but the chief cause of the advance in 
the cost Of meat is to be found in the policy which 
the state has been pursuing for many years. We refer 
to the imperial policy, influenced by the Agrarians, 
which increases for the poor the cost of food. The 
government and the majority in the Reichstag are now 
celebrating a triumph, for they have reached their 
goal, and every family of limited means can now judge 
as to what the prevailing policy has gained for us and 
what it has in store for us. First, the way was pre
pared by the prohibition of the importation of live 
cattle, thus reducing the available supply of animals 
fit for slaughter. The exceptions allowed under the 
prohibition are by no means sufficient to have any 
visible offect toward averting a calamity. The im
portation of cattle is so impeded by regulations that 
the entrance of only high-priced animals is poss-ibls, 
and these certainly will have no effect in the reduc-

. tion of prices� The demand of the industrial classes 
for hogs is far in excess of the domestic production, 
and consequently 1,000,000 live hogs are annually 
needed from abroad_ But this importation is also 
forbidden, and only about 70,000 hogs are admitted 
under the exceptional clauses_ 

In like manner, a war is being waged against for
eign meat products through the meat inspection law. 
Thus, the importation of canned meat and sausage 
was stopped on October 1, 1900. The importation of 
pickled meat in pieces weighing less than 4 kiio
grammes (8,8 pounds) is likewise forbidden by this 
law. After October 1, the regulations concerning the 
use of conserving materials will also make themselves 
felt, and on April 1, 1903, the entire meat inspection 
law will go into force. 

Recently the importation of slaughtered hogs has 
increased, but this business is impossible in the warm 
season of the year. Moreover, this form of importa
tion can never fully replace that of live animals. 

Taking into consideration the increased demands 
upon the domestic supply, resulting from these re
strictions upon importation, it is easy to understand 
the rise in the price of poor qualities of meat, which 
must be used more and more in the manufacture of 
sausage, and the effect which this must have upon the 
population of Germany. 

Meat will become dearer and poorer in quality, and 
its use will soon become a privilege of the prosperous. 

In insisting upon all these moves, the Agrarians 
have asserted that, if only profitable prices are guar
anteed to German farmers, they will be able to supply 
the home market. All cattle products have now been 
high in price for ten years, but the farmers have not 
fulfilled their promises and they are still unable to 
satisfy the demand. Their words of comfort for the 
future, their assertion that the fodder crop is good, 
must be taken for what they are worth, especially as 
the Prussian Minister of Agriculture has himself most 
sharply aiticised the bad quality of the cattle which 
are being placed upon the market, 

Even if necessity forces the opening of the frontier 
for the importation of animals from abroad, the 
Agrarians in the tariff commission have taken care, 
through the insanely high rates which they have pro
vided for cattle,' that there can never be a reduction of 
meat prices. The German consumer therefore finds 
himself in the very worst position imaginable-he 
has been delivered unconditionally into the hands of 
the Agrarians. He can expect protection neither from 
the Reichstag nor from the government, for both are 
under Agrarian influence. He must therefore bear 
the burden which he has prepared for himself, and his 
only hope lies in the possibility of an uprising which 
will overthrow the present majority. 

Under date of August 28, Mr. Murphy sends trans
lation of another paragraph from the same paper, 
as follows: 

Leipzig, August 26. 
The Butchers' Guild has published a notice to the 

effect that the scarcity of hogs and calves has become 
a real calamity, and that the butchers are no longer 
able to bear alone the burden of increased prices. This 
demonstrates clearly that German farmers are utterly 
unable to cover the demand for cattle at German 
slaughterhouses, and proves that the raising of fron
tier barriers is necessary. 
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